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“Boy, that was a close
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makings of an article.
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An SH-60B crew discovers how
something so big can appear so
suddenly, 200 miles from land.
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Anonymous

earrived on station during Operation
Allied Force. Thiswasour first mission,
drawn the graveyard shift.
Part of our on-station checklist wasto arm the
ALR 47-ALE 39 system, thethreat receiver and
chaff-and-flare dispensers, generally thought to be
agood idea because our slow P-3 was as maneu-
verableasaMack truck.

Before this deployment, we had conducted
informal training on thearming and employment of
theALE 39-ALR 47 system. Although most of the
pilots had not operated this system, severa had a
good working knowledge of the system. We
listened intently to their instructionsand were
satisfied that we had acquired al the knowledge
required to operate these systems. Armed with this
information, we set off for war.

Aswearrived on station, weinitiated the
arming sequence of theALE 39-ALR 47 system,
using the checklist. A senior O-4 pilot with more
than 3,500 hoursin P-3s occupied the pil ot seat.
Hiscopilot wasasenior lieutenant with morethan
2,000 hoursin P-3s. Theflight engineer wasa
chief, who had previoudly served asafleet instruc-
tor flight engineer. Wewereall comfortablewith
each other’scapabilities.

Aswe began the checklist, the copilot flew
the aircraft whilethe pilot read off the items. We
usually did the checklist in thisfashion sincethe
system controlswere on the pilot’s side consol e.
After moving the switchesto the correct posi-
tions, using aflashlight and verifying the position,
the pilot placed the safe/arm switeh to arm. This
turned out to be.an “enlightening” experience as

ight turnednto day.
" Redizingweweredeploying al our flares, the
pilot turned the safe/arm switch to “ safe.” After
2 approach July 2000 -

answering some embarrassing questionsfrom
various playmatesin the area, weinvestigated
what happened. Feeling confident that there must
be afault with the system, because we assumed
we had doneall our procedures according to the
checklist, weleft the system off for the remainder
of theflight.

Upon our gloriousarrival homeand pinning the
remaining chaff and flares, we oversaw the
quality-assurance trouble shooting process. To my
amazement, the ordnance QSO declared that the
system wasworking 4.0. Wethen looked up the
MIMs, read them thoroughly and found the
embarrassing causal factor in black and white. The
MIMssay that if the off-on-salvo toggle switchis
inadvertently positioned to “salvo” then back to
“on,” the system must beturned “ off” before
placing the safe-arm switchto “arm,” or theALR
39will beginthesalvo cycle.

After reading thisinstruction, thepilot replied
he had no idea of thisrequirement and said that
when he placed the off-on-salvo switch to “on,” he
accidentally went to “salvo” then retarded the
switchto“on.” He believed at thetimethat this
action would have no effect on the system, asit
had not yet been armed. At thetime, | was under
thesameimpression.

Hearsay, word of mouth, and hangar flying are
not the best way totrain. That type of trainingisa
great supplement following athorough review of
the publicationsthat give detailed information.

Asaresult of thisincident, theflight crew
conducted formal training for the squadron.
Meanwhile, we had to endure well-deserved, yet
embarrassing statements, such as“| knew that.”
If they didn’t, they do now thanksto us, the
“Salvo Crew.” == P



twasn't your typical dark night around the boat.
I Infact, it was clear with afull moon and an O-

4 shorizon—the kind of night when you can
look up and see all theway to eternity. Thekind
of night when you’ d never haveto worry about
flying thehelo into the water.

Wewereinto our second month of cruise, doing
theusual LAMPS stuff of VIDing every contact
withinrange of mother whilelooking for drug
smugglersinthewestern Pacific. | wasnew to
LAMPSMK 111, having previoudy flown the SH-
2F. Asasenior lieutenant, | wasflying with one of
themorejunior HACsonthedet, dongwitha
brand-new but otherwise outstanding AW.

We had been flying for about three hoursand
were checking our final contact of the night before
heading back hometo hot seat and hit the auto-
dog. TheVID went well, especialy with such
great visibility. Our coupled approach and hover
went flawlessly. We got the required a pha-report
info and automatically departed. Showing four
good rates of climb, safe single-engine airspeed
and the stabilator programming, | buried my head
inthe multi-purposedisplay (MPD) to set up afly-
to point back home. All seemed well.

Without saying anything, theHA C disengaged
the automati c departure going through 200 feet and
applied agood amount of forward cyclictoincrease
airspeed quicker. Asl worked onthe MPD, some-
thing didn’t seemright, so | looked up and saw the
radar altimeter descending rapidly through 75 feet. |
yelled“ Power!” and yanked up onthecollectiveas
we heard the Low RAWStoneringing in our earsat
35 feet. We bottomed out at around 15 feet and
looked at each other aswe climbed.

“Boy, that wasacloseone’” wasall theHAC
could say. Likeme, the AW in back had been busy
running hisradar, and hadn’t noticed our descent.
SH-60B NATOPSwarns us about applying forward
cyclictoo rapidly when accelerating, becausethe
AFCSadltitude-hold functions can disengageand
stay off. The HAC had donejust that and traded
atitudefor airgpeed without even noticingit.

Butitwasn'tjust theHAC sfault; it wasmine
andtheAW’saswell. Inour rushto set thingsup and
get home, we had forgotten the basic crew-coordina-

Photo-composite by Allan Amen
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tion skill of Stuationd awareness. Wedl thought we
wereclimbing and, had failed to back each other up
onthegauges.

Asaresult of near mishaps and some real
mishaps from such lapses, SH-60B NATOPS
now containsabrief itemfor “Night/IMC De-
scent Over Water.” Although written for a
descent, the principlesapply for climbsaswell. In
addition, the LAMPS core-SOP prohibits night
VIDsinahover below 200 feet unless absol utely
necessary, with the automatic-approach checklist
having to be completed above 500 feet beforethe
descent begins. We pulled it out and learned some
valuablelessons. Perceptionisn’'t awaysredlity,
and there' s no such thing as“ Just another night
around the boat.” ==

LCdr. Barta was in HSL-47 at the time of this incident. He
is now an OinC with HSL-51.
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The New Piper Aircraft, Inc.

by Lt. Gil Miller

ay thefee, get your ATP. Sounded good

to me! Therel was, nineyearsand 2,400

hoursinto aterrific Navy flying career.
Having ablast and feeling salty, too. After dl, I'd
been fortunate to bounce from two different fleet
helicoptersinto the C-12 program. Just love that
light multi-engine stuff. | figured | might aswell
expand my professional education and pick up
another FAA qud.

| signed up for two practiceflightsand an

ATP (Airline Transport Pilot) check rideina
Piper Seminole, alight twin. | arrived bright and
early at theflight instructor’s office, filled out the
paperwork, and droveto the airfield. | could
hardly wait to show off my flying skills, particu-
larly when my instructor for the practiceflights
remarked that he was pretty experienced, him-

4 approach July 2000

self. After all, he already had more than 500 flight
hours, and nearly 100 of those werein thevery
Seminolewewere preflighting.

An hour later, we were 15 miles northwest
of the city at 4,500 feet. The weather was
CAV U, and we had a passenger in the back,
who was returning to flying after an eight-year
hiatus because the airlines were hiring. He was
trying to soak up some atmosphere before
returning to the controls.

We had just finished the stall seriesand were
now embarking upon basic instrument work. | was
starting to grow accustomed to the “foggles,”
glassesthat removed about 70 percent of your
visionto enforce your instrument focus. Approach
provided VFR flight-following and gave usa
courtesy call.




“Seminole November Four Seven Six Three
Six, you havetraffic, one o’ clock, ten miles. A
Seminole at forty-five hundred feet, heading
northwest.”

| looked up briefly and asked, “You got ‘em?’

My instructor looked up for asecond and

answered, “Nope,” before returning to hislogbook.

Wefinished the 30-degree turnsand rolled out
on an easterly heading. Approach called again.

“ Seminole November Four Seven Six Three
Six, your trafficisnow one o’ clock and seven
miles. Do you havethetraffic?’

I looked up again, squinting through thelittle
opening at the bottom of thefogglesas my instruc-
tor calmly replied, “Nope, don’t have him.”

Approach called the other aircraft. “ Seminole
November Eight Eight Nine One Two, trafficis
eleven o' clock and six miles. Report trafficin
sght.”

A voicefromthe other aircraft responded,

“ Approach, Seminole November Eight Eight Nine
One Two. Negative contact. We' re looking.”

With this, my instructor remarked, “Hey, that’s
the ATP checker.”

“What'sthat?’ | replied.

“Inthe other aircraft, that’sMr. Toughguy, the
ATPchecker.”

“Oh, OK. Doyou havehiminsight?’ | looked
over at my young instructor, who glanced out the
window with the sameintensity asif hewas
daydreaming. He still believed inthat “big sky, little
airplane” concept.

“No, suredon’'t.” | wasgetting alittle con-
cerned.

“Well, let’sdo thefirst forty-five-degreeturn to
theleft to get away fromhim,” | said. “ You till
don’t havehim?’

“Nope.”

Approach called again. There was renewed
urgency inthe controller’svoice as he asked usto
advise when we had thetraffic in sight. Wewere
now 4 miles, but | waswrapped upinmy instru-
ment scan for the 45-degree turns. The passenger
had theinstructor occupied with questions about
FARs. | heard another negative reply fromthe
other aircraft but saw that my instructor was still
concentrating on hislogbook. Must have been
tallying al 500 of hishoursthat particular morning.

Thefourth time approach called us, the
controller took charge of our cavalier attitude
toward midairsand said, “ November Four Seven
Six Three Six, suggest you climb or dive—now!”
He screamed thelast word. Histransmissionis
probably arriving at Neptune or Pluto right about
NOW.

| looked up at our one o’ clock and saw the
other Seminole. Pushing the nose over ashard as
| could, | felt the shoulder strapsdig into my
shouldersand my feet leave the pedals. The other
aircraft passed directly overhead. They never
Saw Uus.

Whenweleveled at 3,500, | looked over at my
instructor. Hisface was ashen, and hedidn’t say a
word for severa minutes. Finally, | asked, “How
about those approaches?’ Welanded an hour later.

The Seminoleisnot acomplex aircraft, and |
was beginning to feel comfortableinit. The most
important lesson that morning was clearly beyond
amereaircraft fam. I’ ve heard it since flight
school, and I’ ve said it myself asaNATOPS P
and aircraft commander: Don'’t trust the other
guy. Even your most competent, best buddy can
getyoukilled. =&

Lt. Miller flies with VR-54.
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was about to fly my last NATOPS
I check, and | wasready to go. | had more

than 1,000 hoursin the SH-60B and
plenty of seatime. | wasalwaysalittle nervous
on these check rides, but whoisn’t?1’d flown
with thisguy onceon my HAC check ayear
ago dmost to the day, and I’ d deployed with
him as his detachment maintenance officer. |
knew theaircraft, the area, and most impor-
tantly, | knew him...or so| thought.

—

PH3 Bolden

My HAC check had gonewell.

We had covered everything either of uscould think
of, including afew that | hadn’t anticipated, and |
hadn’t made any major mistakes.

One emergency the check pilot threw at me
was scary. We were doing practice auto-rotations
to the pad. | wasn’t doing very well, but they were
passable. After getting established into thelast one,
he pulled the No. 2 engine back on me, putting us
into asingleengineprofile. | waved off, thinking,




“What the hell areyou doing?’ Trying to recover
an auto with only one enginewould befoolish,
right? Theflight finished off without further
incident, and | discussed it with him afterwards.

After explaining that | was uncomfortablewith
that procedure, hereplied, “| waswatching you. |
would' ve backed you up.” Hethen asked me how
| recognized thefailure, and | told him | saw him
doitinmy peripheral vison. Hesaid, “| guessl|
should have been more stealthy.” Hiscomment | eft
me thinking he wanted me to complete the practice
auto, probably for the“learning experience” more
than for evaluation.

Now, lesscomfortablethan I’ d been before
talking to him, | went to my current det OinC and
explained the situation to him. Hereferred meto
the safety officer, who told methat it didn’t sound
likeagood idea, but hedidn’t know of any prohibi-
tionson the procedure. Infact, hesaid, it was
common practicein other LAMPS squadrons.

It was hard to digest thisinformation, but |
trusted the senior members of my command, and
tried to be open to the ideathat apractice single-
engineauto was not abig deal. After al, I’d seen
single-engine cut from 100 feet and in greased-on
landings. Why not onefrom 50 or 60 feet at the
end of an auto?

All thiswas running through my mind aswe
mounted up for my NATOPS check flight, but |
wasready to go. Starting up the No. 1 engine, the

. T

plane captain gave methefiresignal, so | aborted
the start and went through the procedures. Inthe
process, | noticed that the power control lever
(PCL) wassticking badly in the down position. You
haveto pull down the PCL (whichismounted
overhead) to turn off the starter and disengagethe
idle detent to abort the start. The problem with the
PCL sticking isthat it may missthe detent when
accelerating theengineto thefly position. This
Situation could result inlocking out the ECU,
removing the autometi c engine-trimming functions,
or (if someone pullsit back to smulate single-
enginefailure) becoming areal enginefailure.

Astheflight proceeded, everything was going
well. | wasalittle unnerved when he pulled back
theNo. 1 engine passing 100 feet on an obstacle-
clearance takeoff (climbing hover) because we
weren't over arunway. Our wing SOP specifies
that we must havethe ability to “runit on” when
practicing single enginefrom a 100-foot hover. |
recovered to level, forward flight by about 50 feet,
sol letitgo. | definitely did not want to focuson
anything but the present, since getting behind the
aircraft on acheck flight isabad idea.

A littlelater, while practicing hover work, he
gave me another cut-gun. Although I landed
successfully, thistimewhen he pulled the PCL
back, it missed theidle detent and actually shut
down the engine. We were on deck and restarted,
S0 no problem, right?

By theend of theflight, | wasfeeling good. |
had fended off the most off-the-wall emergencies
| had seen, while reciting NATOPS minutiae for
two and ahalf hours, and hadn’t hung myself yet.
All that remained were autos. For some strange
reason, even though I’ d been thinking about it for
the entire year and most of that flight, the thought
of him pulling one engine back whilewewerein

Continued on page 13

Trying to recoveran auto with only
=Zone-enginewould-be:faolish, right?
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carrier on numerous occas ons, and we were ready
for the unexpected.
| had completed severa vertrep missions at
thispoint, and | was starting to get the hang of it. |
was|ooking forward to thisnight’smission, except
for thefeeling that thingswere going to be hard.
Thisfeeling was probably amonthin the making.
Past outingswith the CVN had deteriorated,
mainly because of the mini-boss stendency to
climbinto our cockpit from thetower, especidly
during vertreps.
| had studied all the publicationsand had some
experiencethat told mewhat thisvertrep’s pattern
was going to bethat night. It definitely went
againg everything in the publications or common
sense. | knew that during fleet operationsyou
couldn’t alwaysgo by the book. Certain situations
requireflexibility. However, thisnight pushed
flexibility to thelimitsand for no apparent reason.
Thereweretwo ships, theaircraft carrier, and two
aircraft fromtwo different squadronsin the
pattern. Sacramento wasin CONREP on the
starboard side, which would have been niceif
that waswheretheloads for the vertrep were
coming from. The T-AFSwas much more
than 1 OOOya'&(?am to ardsis
ide, en-

dthe drop zonefor the

mg_s‘gnelevatom on
e S -

_.--"

the port side of the carrier, right behind an FA-18
(theonly aircraft on the entire deck).

“Isthisfor real?’ | asked my HAC. “Theonly
aircraft on the entire deck isten feet from where
he wantsthe loads dropped.”

Most shipsget into position and let the aircraft
commandersfigure out the pattern. Not that night.
Themini-boss'splan wasto s multaneousy
transfer the 400 loadsfrom the T-AFS, then, after
each drop at the carrier, pick up aretrograde load
fromitsfantail and drop it on Sacramento.

Ashard asitisto explain, it waseven harder
to understand at thetime. Thispattern didn’t allow
usto keep the other aircraft or the LSE in sight
and had us backing up 300 feet to the carrier’s
fantail, with little or no visual cuesto pick aretro-
load. This pattern allowed no ability to seewhat
flight-deck personnd, forklifts, or cargo might bein
our way, let a one determinethe other aircraft’'s
position inthe pattern.

From thefirst approach in the patternfor a
pick (hooking up theload), | knew it was going to
bealong night. The HAC had started a descent
onemilefrom the stern of the T-AFSfor thefirst

approach. Somewhere around 75 feet off the
water with a700-fpm descent rate, ahalf-mile
fromthe ship, | grabbed the collective, pulled
power and said, “You need to tell me about de-
scentslikethat!” | suspected the HAC had some

Continued on page 13
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eweretwo daysfromaport visitin

New Orleansduring Mardi Gras,

halfway through our deployment with
the NATO Standing Naval ForcesAtlantic
(SNFL). After the previous port, thisunderway
period was awelcome break for our livers, yet
everyone waslooking forward to meeting with
the other wardrooms at the world’s largest week-
long party.

SNFL was conducting astricken-vessdl
exercise with the British ship smulating amain-
spacefire and the other vesselsproviding assis-
tance. WeweretheAlert-30 SH-60B, standing by
for any vertrep or medevac requirements. We
thoroughly briefed NATOPS, covering thebasics
of vertrep to and from the different shipsin the
force. Unsure of any specific tasking, wetaked
extensively about how wewould apply ORM. The
weather couldn’t have been better: clear skies,
calm seas and light winds. We were stoked for
what looked to beafun hop.

Sure enough, we got the call to launch for
both vertrep and medevac. Once airborne, we
checked inwith all the players. The Britswere
DIW, with our FFG and a Dutch frigate maneu-
vering close aboard for RHIB ops. The ships
weretalking on bridge-to-bridge, but with
Hawklink in one ear and helo commoninthe
other, we decided not to monitor.

Wetook oneload of DC gear over to the Brits
and ran simulated burn victimsback and forth. In
between, we made low, close-aboard passeson the
other shipsto get abetter look and take pictures.

TheBritishwereeventually “saved,” finex
caled, and we were tasked to retrievethe DC
gear we had dropped earlier. The BritishHCO said
theload was ready, called the winds off the port
beam, and gave usagreen deck. Werolled onfinal
from the starboard side and set up ahover over the
deck. My H2Pwasin theright seat with thevisual
referenceto the deck, hangar, and superstructure.
My attention wasfocused right (cross cockpit),
monitoring my copilot’shover, whilethe crewman
wasintheright side door, conning us over the load.
Everything wasworking grest.

“Hook-up man coming under,” wecalled.

“Load’ shooked up. Hook-up man clear,” the
Crewman soon reported.

“Easy up, easy up, weight'scoming on.”

“Load’s off the deck, easy up.”

| caled, “OK, gaugeslooking good, we' reclear
arou...what the..! Steady! Hold your position!”

Unbeknownst to us, whilewewere hovering
over the British flight deck, the Dutch frigate had
begun an approach up the port side at approxi-
mately 50 yards. When we shifted our attention
forward, all we saw was gray-metal superstruc-
ture. If wetransitioned, we' d deliver our SH-60B
and theload of fire hoses, OBAs, and P-100sright
ontotheir bridgewing.

Hearing the start of my aborted “ clear” call,
the H2P started drifting forward to transition to
forward flight. Upon seeing all that gray and
hearing thelast half of my call, he steadied usout
and started aslow turn to theleft. The crewman
called the load steady aswe passed between the
two shipswith no morethan arotor’sclearance on
either sde. | continued calling torque, airspeed, and
altitude as he threaded the needle. Once clear and
above single-engine airspeed, we breathed abig
sigh of relief and actually started to laugh. We
dropped theload off on mother and recovered
shortly after.

Sowhat would | do differently today? Canyou
say, “ situational awareness?’ Theentire crew was
task-fixated on asteady hover and getting theload
hooked up. Whilel was monitoring the gauges,
altitude, and position over the deck, | did not look
ahead or |eft until it wastimeto beon thego. One
quick glancetotheleft would have given meadll the
SA | needed. | could aso have monitored bridge-to-
bridge, instead of Hawklink, which might haveclued
mein onthe Dutch intentions. Why didn’t the British
HCO warn us? Doesn’'t matter. You can’t depend
on othersfor your own clearance. In any case, we
got avery valuablelesson at acheap price. I'll
never again start to call “clear around” until | know
for surethat weare. And I’ll never again assume
an obstaclewon’t suddenly appear out of nowhere,
eveninthemiddleof GOMEX, with the nearest
land over 200 nm away.

LCdr. Nash flies with HSL-42.
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t was |late afternoon at ahigh-elevation

Air Force basein the Midwest. We were

running alittle behind schedulewith aplane

full of VIPs. Thered carpet was out, and

the band was playing. We were doing our
best to make up the time lost on the front end of
the mission. Our speed was restricted to 200
KIASbelow 5,000 feet AGL and 7 DME from the
airfield. Wewere also getting the dreaded “ slam
dunk” descent fromATC. At least wehad a
choice of runways.

We could land with acrosswind that was at
the 21-knot limit, get off a the mid-field taxiway,
and park ontime. Or, we could land into thewind
on the perpendicular runway and taxi two miles
back to Base Ops, which would make uslate. We
took thefirst option.

| had relatively low timein the C-20, and
thiswasmy first linemission. | was out of my
comfort zone. On base, | fought hard to descend
and slow down. | considered all the ORM stuff
that had been pounded into my head for the last
year, then | called for full flaps and pressed on.
With power at idle and in thelanding configura-
tion, | tried to bleed off some of the excess
airspeed. | crossed the numbers 20 knotsfast,
and with ahuge ground rush from the higher-
than-normal true airspeed (because of the high
elevation), | floated down the runway.

Aswetouched down and the spoilersde-
ployed, theaircraft swerved totheleft,
weathervaning inthewind. The C-20isachalleng-
ing aircraft in acrosswind and requiresalot of
rudder and nosewheel steering to maintain
centerline on therollout. The combination of
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higher-than-norma landing speed, high crosswind,
and my inexperienceinthisarrcraft put meona
40-foot drift left of centerline. Curioudy, thisalso
happened to be the time when my
career flashed before my eyesas|
looked at the weeds on the | eft
side of therunway. |
considered | would at
least blow the nose
tires, and it would be g,
amessy ordeal.
My C-20 hung
in here, though,
and | even
managed to get it
back to are-
Spectable
positiononthe
runway. Having : T8 " ¥ |
aged about 10 N L Y
years, | managed |4 A
to pull into the spot
ontime. A bonus!
Besides shaky
kneesand more gray
hair, what did | get from
thislittleadventure? Thelittle
voicethat whispered, “ORM,”
wastelling mel wasviolating my
comfort zone. | should havelistened. We
should have goneto the other runway. | could
havetraded atitudeto get back on anormal glide
dope, gotten my speed under control, and had the
windsdown therunway. But, instead, | opted for
saving 10 minutesof taxiing. =&
Lt. Freytes flies with VR-1.

by Lt. Bert Freytes




PAST continued from page 7

an auto did not even occur to me...until hedid. | didn’t see
himdoit thistime, | just watched the No. 1 power-turbine
speed and turbine-gas temperature drop down. | said,
“Lookslike number one haslow-sided.”

“Good catch, smulated failure,” hereplied.

| said, “Roger,” and thought, “Well, | expectedthis,
right?He' Il back meup, right? Everyone| talked to said
thisisnobig desl, right?’

Asl started flaring at the bottom to 35 degrees, nose
up, herealized that | wasn’t going to wave off, and heran
the engine back up to give usthe extrapower we' d need in
about two seconds. Rock and pull.

Hesaid, “We regonnahit!”

| said, “I’vegotit!” and | did, thanksto the power
from the other engine. If he hadn’t run the No. 1 back up,
we probably would have landed hard and could have
broken the aircraft. It turned out to be one of the best
autos| have ever done, with zero forward airspeed, and a
perfectly level and aligned helicopter at the bottom. Would
that have been enough to prevent serious damage, injury or
death? Perhaps, but | didn’t want to find out, and I’ mreally
glad that wedidn’t find out then. Even if we had, wewould
have come down on apad where landing is prohibited
(though hovering is not) because of possible damageto the
pad’s structure.

After theevaluator finished yelling a me, | explained
that we had donethisonce before, and | had asked him
about it afterwards. Heremembered, and when | told him
that | thought | had donethe“wrong” thing in waving off
last year (not wrong, just not what he wanted), hetold me
that | had misunderstood him. After acouple of professiona
expletives, weboth laughed with relief and called it aday.

Thismisunderstanding could’ ve cost us, and the Navy,
alot, and we had avoided adisaster with abit of skillful
flying on my part and quick reactionson hispart. Hard to
feel good about it, but | learned alot that day.

If something happensthat has made you cringe, even
just alittle, never accept anything but acomplete and
thorough explanation or description. Never alow itinyour
aircraft until you' re completely satisfied with that answer.
Evenif itisacheck flight, you havetheright to say, “Hell,
no, we' renot going to do that!” If you are sure about
something, but then are madeto feel you know nothing,
find out why.

Andfinally, don't forget operational risk management.
All I had to dowasbring thisup in the NATOPS brief
beforetheflight, and I’ m sureit would have been resolved
right then and there.

Lt. Rauchenstein is the squadron weapons-tactics instructor for HSL-51.

STORY Continued from page 9

vertigo, sincewewere so low and still so far fromthe
ship'sstern.

We recovered quickly, discussed theincident briefly,
and got back inthe game. The darkness bred disorientation,
and the HAC later repaid the favor when | had ahealthy
case of theleans. Well-established in the air boss's uncom-
fortable pattern, the HA C repeatedly pleaded for a“more
efficient pattern.” We asked to take care of one ship at a
timeto avoid dl the problemsl just outlined. | recall
wanting to further comment about the position of thelone
FA-18 parked so that it was amost impossible not to
overfly. Every attempt to streamline the pattern was
rejected. | thought we should be saying something other
than“inefficient,” but wedidn't.

The night continued with near-misseswith the other
H-46 from the T-AFS. We pleaded to the tower for
better “ efficiency.” With each pass, we questioned the
operation more and more. | wanted to say something
else, but | didn’t. Meanwhile, the mini-boss kept refining
hiswishes.

“Sideflare, drop that load ... moreright ... you have a
fouledload ... retroto theleft.” Thisput theradio traffic
at anintenselevel for daytimework, let aloneanight like
this. The noise added another degree of required “flex-
ibility.” Of course, the pilot at the controls, with radio
mixer-switchesdown in order to hear our crewman’s
calls, was not privy to the tower’ssuggestions, soit all
had to be back-briefed. | sat silently during onerefueling,
resenting that asan H2P, | had to study all those publica-
tionsthat set the requirementsfor night vertrep, which
detail efficient and safe patterns, warn against excessive
radio traffic, quantify the proper ship distances, and
delineate discretion for night vertrep. | saw none of it put
into practicethat night.

We finished the operation that night asif “no” wasnot
inour vocabulary. | wasglad it was over. Throughout the
mission, | wondered, “ Before how many aviation mishaps
did the crew fed uncomfortablejust likethis?’ | wondered,
yet | never said athing. | spoke up during the debrief, but
by then, it was easy.

In the story, the boy in the midst of crowds, royalty,
and pressure had the courage to go against everything
taught and say, “ The emperor has no clothes.” One of us
intheaircraft that night should have said the publications
aretherefor areason. We should have overcomethe
fear of speaking up against the powersthat be. We should
have said something other than that this vertrep operation
was“inefficient.”

Lt. Amara flies with HC-11.
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Follies:

t Camp Legjeune, North Carolina, world
eventsin the Bakans made military planners

edlizethat we might havetorapidly place
bridge sections acrosskey riversto ensure mobil-
ity. Projectsofficersfrom Second Marine Expedi-
tionary Force decided we needed an exercise
involving heavy-lift helicoptersthat would exter-
nally transport and place 12,000-pound bridge
sections and 9,000-pound bridge boats. Asthe Ops
O of aCH-53E squadron, | saw aterrific opportu-
nity for training.

With planning representativesfrom the CH-53E
sguadron, engineer support battalion and landing
support battalion, wewereall enthusiastic whenwe
first met. We discussed the detail s of thelift, usnga
number of reference publicationson externa-load
rigging. Looking a our manual*, the helicopter
support team (HST) leader politely told uswewere
using an outdated publication. He produced the
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current manual?. The squadron had not received this
publication. According to the manud, thebridge
sectionsand the boatswere authorized for sngle-
and dud-point externd lifts, with arecommended
airspeed of 70KIAS.

Ontherehearsd day, theweather wasbelow
VFR minimums. We decided to postponetheliftsuntil
thenext day, which brought clear skiesbut windy
conditionsat 17 knotsgusting to 24. Both pickup zone
andlanding zonewould be oriented into thewind.

After ashort wait intheLZ for the bridge
sectionsand boatsto berigged, wereviewed the
preflight weight and power caculations. Withacall
from HST, al teamswereready tolift. The se-
quenceof liftswasfor three boatsthen 12 bridge
sections. We hooked up thefirst boat with ease and
then did theengine and externa system checks.

After smooth transition to forward flight, and
with theload riding steady using the dual-point



Ted Carlson

external system, we achieved 70 KIAS. We had
to fly the boat along the New River and then
make a 180-degree turn to set up for final. The
drop-off zone was actually awater drop zone
approximately 500 meters off the shorelinein
water 12 to 15 feet deep.

Thefirst and second liftswere uneventful ,
and we flew back to the pickup zone for the last
boat. The wind appeared to be increasing asthe
third lift progressed, and it was gusting more than
it was steady. On thislift, asthe CH-53E with its
external load began to decrease airspeed from 70
KIAS and turn toward the drop-off zone, the boat
shifted left and right more so than on the previous
lifts. We continued with our transition and reduc-
tioninairspeed.

Whileinthisturntofina, the boat shifted | eft
30 degrees, then shifted back to center. Asit did, a
wind gust made the boat ride bow-high, thereby

reducing the weight sensed by the front airframe
hook to lessthan 200 pounds. This activated the
CH-53E’s no-load safety feature, designed to
prevent either the forward or aft airframe hook
from carrying any load independent of the other
hook. Consequently, both hooks opened and
released the boat. The release was abuilt-in
safety feature; it might have saved the aircraft
and aircrew from adangerous situation with the
load still attached to one hook and the aircraft out
of center-of-gravity limits. Therelease of the
boat could be seen on our FLIR asit fell to the
ground from an altitude of 400 feet AGL.

We radioed the incident back to base and
were advised to RTB. The CO was concerned
with theintegrity of the dual-point system on the
aircraft. Members of the squadron avionics shop
and civilian tech reps checked the system and
found it to be fully functional. We researched the
flight-test datafor the boat’s external air-trans-
portation certification. A test pilot noted that “the
boat became unstable and began yawing left and
right at 70 KIAS’ and that the*Maximum
airspeed to be flown with the boat be seventy
KIAS.” Conversely, the recommended airspeed
as published in MCRP4-11.3 and used by the
aircrew was 70 KIAS. Obvioudly, the published
recommended airspeed conflicted with flight-test
results and the test pilot’s recommendations.

Comparing flight-test datawith the airspeeds
recommended by the pubs, we found the same
inconsistency inthree other pieces of equipment.
The CH-53E sguadron initiated ahazrep, highlight-
ing theincons stencies and deficienciesin MCRP
4-11.3 with distribution to all CH-53 squadrons,
landing support battalions, and engineer support
battalions. Two weeks|ater, we did the bridgelift,
using airspeeds recommended from flight-test data,
rather than the MCRP4-11.3.

In retrospect, we paid ahigh priceto dis-
cover apiece of misinformation. At least no one
was hurt. =&

Maj. Field flies with HMH-464.

!Fleet Marine Force Reference Publication (FMFRP) 5-31
(Helicopter External Rigging Procedures).

Marine Corps Reference Publication (MCRP) 4-11.3
(Multi-service Helicopter External Sing Load, Volumes|-I111).

July 2000 approach

15



by Lt. Rich Shettler

twasanormal flight, asix-hour random track from
TravisAFB to NAS Patuxent River, wherewe
forward-deploy to an dert facility. We weretalking
to Washington Center, and about 70 milesfrom thefield we
~ received-an en-route descent to Patuxent. We got landing
s \eather and called for descent checks.
— inished the approach brief and computed landing
~ dataAcommonly flown TACAN approach torunway 32;
thing new, doneit ahundred times. Wezather was clear and
vithwinds: knots. Another landinginto
Il it. Runway 32 at Pax River
ly water before the threshold,
eflyinginsideablack hole.
jear and flaps and
les, weasked if the
vasrigged
threshold. We
res old

clearance of the No. 3 engine before dodging the main
gear and flaps.

After passing thelargeanimal, | got on the brakes at
approximately 100 knots, slowing theaircraft and scanning
theNo.3and No.4 engineinstruments. | didn’'t seeany
abnorma indications.

We notified tower aswerolled to theend of the
runway and exited onto the taxiway. The postflight inspec-
tion of the aircraft and runway revealed that thiswas
indeed adeer with another day to live. No evidence of the
deer wasfound. Apparently, Bambi passed between the
No.3 and No. 4 engines, missing thetrailing-edgeflaps.

L essons|earned? We have had this same story before
but that buck wasn't quite as lucky asmy lady deer. That
time, the main gear hit the deer, leaving no significant
damage but requiring ahose and alot of cleaning time. We
were lucky that in both cases neither theinboard or
outboard engines hit the deer.

The E-6A's CFM-56 enginerunsabout fivemillion
dollarsacopy, and | don’t believe
making amilk shake out of adeer
could beagood thing for ahigh-

: " bypassjet engine.

~ We'vepracticed
~ solutionsin the past but
.~ wesometimesforget. /
. Ask ground crewsto |
 make adeer sweep /
during night landings at /
 Patuxent River. This 10- £ —
minute procedure could | S P
A hundreds of . £ B
i ours and thousands ' ©
dollars. =# 5, -
_t. Shettler flies with VQ-4. »\ .
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-suspend Gat One!”

by Lt. Joe Girard

t was supposed to be agood deal: aday close-air-
I support mission at the start of our third month of

combat operationsover Kosovo. | had finished the
FRS only afew months earlier and was excited about the
prospect of raging around on acombat hop with another
JO and coming back to the ship for an OK-3 wire.

After our brief and some quick chow, wemanned up and
went through the standard pre-launch procedures. | had no
ideathat afailing hydraulic pump wasabout to put anend to
thisgood dedl. My lead had already launched andwason his
way to the K C-135, where we had planned to rendezvous.
Asl taxied tothe cat, | spread my wings, rogered theweight
board, and finished my takeoff checkligt. Everythinglooked
good with nowarningsor cautions. | followed my director’s
signas, had my wegponsarmed, and went into tension.

Asthe engines spooled up, | wiped out the controlsand
began my habitual sweep of the cockpit, beginning with the
hydraulic gauge on my right side. | knew something was
not quiteright when | noticed the No. 1 hydraulic system
reading 2,000 psi instead of the normal 3,000 psi. Withno
other indications, | briefly entertained the notion that it must
beafaulty gauge, and | could still goflying.

Following that split-second of hesitation, | called,
“Suspend cat one,” and was quickly spun off the cat, telling
tower | had ahydraulic problem. Our maintenance people
made avaliant attempt to get anew hydraulic-pressure
indicator up to theflight deck before the launch was over,
but timeran out.

After | endured some good-natured ribbing in the
ready room about not going flying because of abad gauge,
maintenance control reported that the gauge had checked
good, and the problem was ahydraulic pump that was
beginningtofall. If | had launched with thisfaulty pump, |
very likely would have been operating on one hydraulic
system soon after launch.

Thehydraulic gaugeinthe FA-18isthe only indicator
the pilot hasto determine the status of the hydraulic
pumps. Some pilots might not check thiscritical piece of
information beforeacat shot. Every pilot should review
their pre-launch instrument scan, making suretoincludeall
essential items. Had | not noticed the problem with my No.
1 hydraulic system, my good deal could haveeasily turned
into abad day. -

Lt. Girard flies with VFA-15.
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t started off innocently enough: A good-deal
I cross-country to completefour radio-instrument
flightswith one of the squadron’smorefriendly
instructors. Moreimportantly, | had afreeticket
hometo show off the mighty T-2 Buckeyeto my
family and friends.

Thenight beforetheflight, | planned, packed,
and called the boysto | et them know | wasgoing
to beintown. | had not been homefor alongtime
and was excited to see my family and friends. |
awoke early the next day and brought the com-
pleted flight plan for my instructor to review. He
confirmed itsaccuracy, but changed the aircraft
designation and TD codefrom T-2/Pto T-2/R. |
did not think ahand-held GPS warranted the
change, but my instructor explained that the advan-
tagesof going direct outweighed any fine pointsof
thefiling process.

He signed the DD-175, and we brought our
flight plan to base opsto get the weather brief. The
weather along our route and at our first stop was
forecast to be VFR. However, our final destination
wasreporting ceilings of 500 feet, with decreasing
visbility downto 1.5 mileswith fog and haze. It
wasdtill abovefield minimumsbut low enoughto
cause concern.

Thefirst leg went well (considering | spent
most of it under the bag). | navigated theroute,
shot two good approaches from the back sest,
and then relinquished the controlsto my instructor
for thelanding. We shut down and proceeded to
base opsto put our second leg on request and re-
check the weather.
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Weather was now calling our destination to
be 350 and 1 with fog and haze, below the
TACAN minimumsof 400 and 1 1/2. It was
beginning to look like Mother Nature might put a
damper on our plans. We discussed our options
and decided to try getting into thefield, hopeful
the earlier forecast we had received would
somehow magically reappear. We were only 120
nm from our destination and had plenty of gasto
turn around and head back if we could not make
itintothefield.

The conditions above 3,000 feet were great.
Thelow layer of cloudswaswell beneath usaswe
made our journey across Lake Michigan. Metro
wasdtill calling our destination’sweather at 300
and 1, below the TACAN minimums. Our destina-
tion did, however, have a GPS approach with
minimumsof 300 and 3/4.

Theinstructor briefed our plan over theICS. |
would fly off hiscommands as heread the naviga-
tioninformation from the hand-held GPS. He
requested the GPS-Runway-19 approach, and we
Wwere on our way.

We started the approach well abovethe clouds,
but by 2,700 feet, wewerein the goo. My instruc-
tor gave me minor heading changes aswe contin-
ued down, passing the TACAN minimumsof 400
feet without seeing the runway.

“Keepit coming,” he said aswe passed 350
feet. | leveled off at 300 feet, and hetold meto
bring it down alittlemore. We broke out at 275
feet but were offset to the right of the runway by
about 3,000 feet with no chanceto land.



“I gotit,” hecalled ashetook the controls,
switched tower and requested specia VFR. We
circled over therunway in aleft turn, dodging the
cloudsat 250 to 275 feet and set up for another try.
Unfortunately, he overshot on the second attempt,
and againwecircled therunway inaleft turn. | did
not think wewereever goingtoland. It was
uncomfortablegoinginand out of cloudsat 250 feet
abovethe ground, but we saw the runway and
figured we had comethisfar and might aswell land.

Onthethird attempt, we landed and rolled out
without incident. It was about the 3-board when
the excitement ended and alittlefear entered my
mind. About that sametime, | heard, “Don't ever
let me hear of you doing this,” ontheCS.

“Yesdr,” | responded. We parked, got our stories
straight, and greeted our families, who werewaiting
for us. After agreat weekend, we met back at thejet
and made our way homewithout any problems.

Upon our returnto NAS Meridian, wehad a
quick debrief. Wewereboth tired and decided to
talk about theflight on Monday. Given sometime
to contemplate our journey, | thought about get-
home-itisand how | let my desireto get home,
coupled with my junior statusin theflight, get me
into adangeroussituation. | could have easily
spoken up and voiced my concern, but | didn’t. We
had alot to talk about on Monday.

Monday came, and wefully debriefed the
flight. We talked about the approaches and basic
airwork but mainly focused on our decisionto
press the weather. We came to the conclusion that
if either one of uswould have spoken up, things

would havebeen alot different. A little voice of
common sensewas all wewould have needed to
avert thispossibledisaster.

It'sbeen threeyearssincethat flight, and | am
just now fully grasping the gravity of the situation.
Experience has shown mefirsthand the effects of
pushing marginal weather. When | think back to
that June day, | kick myself for not taking charge
and allowing someone el se's experience, coupled
with my desireto get home, convince mewewere
doing theright thing. These days, | usethe prin-
ciplesof aircrew-coordination training and con-
stantly scrutinize both my decisions and those of
my lead. | waslucky once. | don’t want to tempt
fate and Mother Nature again.

Lt. Becker flies with VFA-15.

Hand-held GPS systems, while a great aid to
navigation, are not authorized to use as a
primary navaid. General Planning 4-2 DD Form
175, Military Flight Plan, Item 3 explains TD
codes and aircraft requirements. CNO Message
042032ZAPR00, GPS Palicy for Naval Aviation,
establishes guidelines for GPSuse in the en-
route and terminal phases of flight.

Unless your aircraft has an integrated
system, approved by N-88, with integrity-
monitoring (failure protection), you are only
authorized to use GPS for practice approaches
in VMC. CNO-approved, commercial-receiver
integrations are certified for supplemental use
only. This includes DoD-approved non-preci-
sion approaches to IMC.—Ed.

July 2000 approach

19



How’'d We
Do Dat

hat was close. Too close. How did | land below NATOPS
T minimum fuel limits, and on atraining flight flying with the
NATOPS officer? Let’sgo back afew months...

| was having agreat department-head tour with HC-5. Three
detachments, seven countries, four oceans, numerousliberty ports, and
hundreds of flight hourslater, | finally returned to Guam. After some
leave, | relieved the Ops O. Yes, this department-head gig wasawon-
derful thing, and there was more. The prospective X O wasgoing to be
latein arriving, and with the change of
command, we' d bewithout an XO
for about six weeks! Who was
the senior department head?
Acting XO?Thegood
dedlsjust kept on
coming.

| wasinmy last
month of my tour. |
had orders, and
was already
thinkingabout
leaving thistropica
paradiseand |
returning stateside
Skedscameinthe
officeoneday and
asked, “ Sir, wanna
anight doppler
requal ?’

“Roger that, Sign me

Theflight went fine.
location, drop asmoke, do
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coupled-hover approachesto qualify myslf, the
NATOPS officer, and the aircrewmen for another
30 days. Piece of cake.

Wefinished dightly ahead of schedule, and, it
being abeautiful night, decided to shoot aningrument
approachinto homeplatefor proficiency. Wefigured
therewas enough gasfor one approach. Hey, we
weresenior, fleet-experienced aviators, under postive
control, and the conditionswere CAVU. Besides, I'd
flown thisgpproach dozensof times.

ThelAFfor the TACAN RWY 6 approach
intoAndersen AFB is 12 DME over the water.
Sincewewere closeinto thefield after the
doppler approaches, we needed to transit out-
bound. Standard approach airspeed for ahelois90
KIAS. Onthisapproach, it'scommon to bump
airspeed to 120 to savetime. Wereceived the
standard AT C instructions, and began flying to the
IAF. Enroute, one of usthought it would be agood
ideato radio the Coast Guard and | et them know
we left asmoke burning offshore. | wasflying, and
the NATOPS officer was calling the Coasties.

The Coast Guard didn’t answer, so | decided it
would beagood ideato help with the radios. Now,
both our heads were inside the cockpit. Enter poor
crew coordination.

The HH-46D hastwo ARC-182 UHF/VHF
radios. Typicdly, oneradiowill have squadron
common selected, and the other will havetheactive
frequency for theflight. They aren’t complicated,
but every so often, someonefiguresout away to get
thefaulty transmission award. In our zed to report
the smoketo the Coast Guard, we switched off the
ATC frequency. Don't ask how wedidit, but we
did, and neither of usnoticed that mistake.

Usually, the Guam controllerscall theturn
inbound for thisapproach. Wedidn’t think it too
odd that the | AF came and went without a call
from ATC, so outbound we continued to fly. Maybe
the controllers had something € se occupying them.
They’ d get to usin duetime. We chatted about the
beautiful weather, my next duty station, how good
the NATOPSjobis, and anything and everything
but the task at hand.

After several minutes, | noted how quiet the
radio callshad become, especially sincewe could
seethe commercial traffic arriving and departing
Guam International. I’ m not surewhen, but at
some point, we both looked at the gauges and
realized wewere well beyond the |AF and had
burned more gas than we wanted.

Our first reaction was, “How’ d we do dat?’
Our second was an immediate turn inbound,
followed by aradio call toATC. It wasduring the
radio call we realized we had been off frequency
for several minutes. After getting back up with
ATC and confessing our sins, we focused our
attention on fuel remaining. | knew it would be
close. We' d make thefield, but not without pushing
the NATOPS Ilimits. For the H-46, thou shall not
land with lessthan 200 pounds per side. Another
issue was airspeed. Max range or max endurance?
Flying at 145 (VnE) would get usthere faster, but
would burn moregas. Flying at 70KIAS (single-
engineairspeed) would savealot of gas, but would
takelonger. We decided tomaintain 120 KIAS
(max range)—in retrospect, asmart decision.

We could seeAnderseninthedistance. It is
terribly frustrating to see an airfield and be power-
lessto get there more quickly, especialy when
running low on gas. We discussed a PEL short of
thefield, but discarded that option. | knew the
engineswould continueto run with lessthan 200
pounds per side, aslong aswemaintained alevel
attitude. Good fortune was with us aswe went
feet dry and landed uneventfully at thefield. The
fuel gaugesindicated between 180 and 190 pounds
per side aswe cleared the active runway.

After shutting down, we debriefed, shook our
heads and told ourselveswe had learned aval uable
lesson. Inretrospect, | could have stopped the
chain of events sooner; by saying noto that last
approach, avoiding the chit-chat during the out-
bound leg, or questioning theradio silence sooner.
Too much assuming and too little questioning
contributed to our predicament.

Cdr. Coyle is now the aviation safety officer for
COMNAV SURFLANT.
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I was aboard the USS Theodore Roosevelt

(CVNT1) for JTFEX, thefina workup cycle

before deployment. It wasastandard 4V X
self-escort strikeinto Townsend. The weather was
not that great, and we correctly assumed the “ X”
would equal zero. Even though thelead section
wasfrom our sister squadron, briefs had reached
the“1t's SOP, any questions?’ level after months
and months of work-ups.

I, of course, had no questions, and being Dash
3 of the4-plane, | was concerned primarily with
the admin of getting into the Townsend Range
should thelead go down.

Asl walked to my jet, the weather had
deteriorated to aCase |l launch, but from the brief,
we expected that. It was|ate enough in the day
that we knew it would beaCaselll recovery, so
asaways, | wasthinking about the night trap as|
preflighted thejet. The startup was uneventful,
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except for a“radar degd.” | taxied first and set up
behind the E-2C on cat 2. At launch time, when the
E-2C went down, my only thought was, “ Oh, well,
there goesthe control for thenight.” Fromthe
brief, | didn’t think wewould need it, anyway.

Asl went into tension, | heard theflight check
inand get an al phacheck on comm 2. | wastoo
busy to read the range and bearing to bullseye as
the holdback broke and off | went.

Launching first has advantages and disadvan-
tages. The obviousdisadvantageisfuel. Thelater
you launch, the more play-gasyou have. Onthe
other hand, asthefirst one off, you don’'t haveto
worry about the rendezvous because you set the
circleand everyonejoinsonyou. Let'smakethat
mindset-mistake number 1. | checked inwith
Strike and was cleared, “sweet, sweet.” Withthe
E-2C down, therewas no one elseto check in
with, so | did the standard combat checks, got
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some gasoverhead (in the goo, alwaysfun), and
proceeded to the rendezvouscircle.

On my way to cap, my wingman told me on
comm 2 that he would be down and not to expect
him. | thought, “1 wish | had known before | _
tanked, so | could havetaken hisgas.” (Nice
lead, huh?) Anyway, | finally popped up through
the weather around 15K and set myself up for
therendezvous.

Severd itemscaught my attention whilel
waited for otherstojoinon me. First, | had noA/A

TACAN. | double-checked my kneeboard cardto «+

make sure the switchology was correct. | figured it
was probably alatelaunch and no onewas up yet
as| started dealing with the radar. With abunch of
“C's’ onthedisplay, | checked the winds-al oft
page and noticed astaggering 280 degreesat 110
knots. | figured aquick stepto“wide” should
handle some of those as| started concentrating on

/
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setting the correct rendezvous circle with such
heinouswinds. Whilethiswasgoing on, | decided
to switch up the ship’'sTACAN just to seewherel
wasinrelationto the marshal stack.

When all | received wasaspinning needle,
something should haverung out loudly, but it didn't.
| figured | wasout of range, and | would get alock
when | got closer to the ship. Plus, | had waypoint
zero, and the brief said the ship would be mod-
locked. Convincing myself that nothing waswrong
would be mindset-mistake number 2.

So, with nothing elseto do, | double-checked
therouteand TOT ontheHSI, and quietly waited
on cap for everyoneto find and join on me. Asit
started getting closeto push time, | began toworry.

Just about thetimel threw out, “ Check yard-
stick” oncomm 2, theflight lead asked, “ Chevy
Three, whereareyou?’ Similar to thefeeling you
get when aflight instructor asksyou what areyou
doing, my head exploded whilel tried to figurethat
oneout. | coolly replied, “ Zero-Nine-Zerofor eight
milesfrom CAPR,” and hoped that would betheend
of it. Unfortunately, that wasjust the beginning.

Lead'sreply wasdreadful: “No, you'renot.”

After some additional comm and acheck of the
CAPIat-long, it was push time, and off they went.
Having never joined, and withno A/A TACAN, one
would probably knock it off and start figuring out
wherethey were. Not me. | pushed asasingle, one
minutelate. | figured | would get radar onthemin
front of me and could join them ontheroute. Plus, |
wasasection lead, could bomb asasingle, and
wanted to see Townsend. With no OPFOR, this
wasonly anadmindrill, and | certainly had thel-
can-hack-it attitude.

Go ahead, say it with me: mindset mistake
number 3. Eventhough | had been a mil theentire
route, | never joined or found thelead sectionon
radar. | heard both aircraftinthelead section cal tally
target and seconds|ater, “Miller Time,” and al | saw
wasablanket of white clouds benesth me. Thiswas
not good. Not only had | beentravelingtoward a
violation, | had beendoingit asfast asl could. When
| heardthe"Miller Time,” | wasofficialy worried.

After several mindset-mistakes|eading meinto
thisbox, | did what any common-sense aviator
would do: | made ahard 180, and decided it was
timeto get back to the ship. | quickly checkedin
with Strike, admitting | did not havea TACAN.

24 approach July 2000

Strike gave me what turned out to be avery bad
pieceof information.

“Four Oh Four, radar contact, three onezero for
forty-five. Switchmarsha. Nojoy, pogo.” Ironi-
cally, it matched close enough to waypoint zero that
| put thereciprocal onthe nose and started flying
home. | think you know by now that | was not
headed toward the ship, but farther away fromit.

Next, | told marshal about my plight and said
| was unable to marshal because | had no
TACAN. And that wasthefinal straw. Marshal
could not hear me, and | could not hear marshal. |
wasin the box every aviator warns not to get
into. And to top it off, that box wasclosing at a
pace equal to the setting of the sun. | switched
back to Strike, and would you believeit, they did
not have me on radar anymore.

Aseveryonegot involved, | started aprema-
ture climb out of the box when the lead aircraft of
our division started for my position. | thought that
wasagreat idea. Hewould find me, get me
benesth the cloud deck on a section approach, and
| could still make dinner. Deciding to stay below
18K for fear of aviolation, al commswere now
being relayed through lead to the ship.

| wastold to check aircraft position onthe HSl,
thentoturnleft turn, thenright, drive straight and
level, but nothing wasworking. Unfortunately, none
of the actionswe had taken produced the“ radar
contact” | so desperately wanted to hear. And when
Striketold thelead aircraft to contact marshdl, it
wastimefor himto recover. Being agood SERE
graduate, | promptly climbed back into my box.

Andyzing my situation, | came up withthe
following points. | did not have commswith any-
body, my TACAN wasnot working, | did not have
any faithinmy INS (don't forget the“radar degd”),
it was getting dark, and fuel wasfinally becomingan
issue. Therewasonly onething left todo. |
squawked 7700, started abingo profile headed 270,
and continually switched up all the East Coast
TACANSsinmy divert pack. Surely | would beable
tofind adivert. Also, | washappy to remember the
lead section saw land on their bombing run, meaning
theweather wasonly over theAtlantic Ocean.

Climbing through FL 240 onwhat | thought at
thetimewasa270 heading, | heard, “ Aircraft Four
Oh Four, Bear.” It wasour E-2C controller.
Apparently, the next event was airborne, and most



importantly, so wasits Hawkeye. A couple of |FF
flasheslater and | heard, “ Radar contact, one
hundred and sixty nautical miles south of mom.”
Andthough | did not want to hear therest, it came
asno surpriseto me. “Your signa divert, threefour
zero degreesfor one hundred and ninety-five
nautical miles.”

Whileonthebingo profileat 40K, | had some
timetothink. Still flying off the compassinthe
HUD, it took acouple of heading callsfromthe E-
2Cto correct to adirect courseto Cherry Point.
After thethird call, thelight bulb clicked on, and |
finaly started flying off thewet compass. A com-

Capt. J. Leenhouts

parison of the wet compassto theHUD showed a
40-degreedifference. So, initialy after checkingin
with Strikeand putting a 130-degree heading on the
nose, | wasactually headed 170 degrees. Well, that
explainsmeending up so far south of mother. The
rest of the profile went asadvertised, the coast was

CAVU, and | wasecdtatic to receive Cherry Point’s
TACAN approximately 16 nm fromthefield. | had
thefiddinsight and landed with just under 2K of
gas(not afun placeto beinaHornet, particularly at
night). Onceon deck andintheT-line, | checked the
approach plate' sarport diagram, typedin thel at-
long, and updated my system. The INSdrift was
329/147.5 nm. Those numberstd| thefinal story.

Obvioudy, my ship aignment wasbad. |
rejected the update, ran aground alignment, got a
full bag of gas, called the ship, and asked for my
overhead time (you haveto at least make an effort,
right?). The ship decided not to take me back, and
| ended up with anight on the beach to think about
the eventsthat got methere.

Thenext morning, after a20-minute Holly-
wood shower, | called the ship, got theexact PIM,
and headed out into ablanket of undercast again.
Thistime, however, my HUD matched my wet
compeass, | had the TACAN on deck, but certainly
was not confident init and had afull bag of gas.
My mission: find theship.

| checked inwith Giant Killer and reported,

“ Sweet |ock—no, not really—sweet comm,” and
switched to Strike. They assured me | wasradar
contact and passed me off to marshal. | had plenty
of timeandfuel, so | drove straight at waypoint
zero, and approximately 15 milesfromthe ship, |
received the TACAN. Complaining to marshal
about my weak TACAN, they offered radar
vectors. | followed the vectors closaly, adjusted
grossweight, and recovered aboard the ship.

Thiswould not be acomplete Approach
articlewithout somelessonslearned. First, even if
you arethefirst onelaunched, if no oneisjoining
onyou, chancesareyou are not in theright place.
Thiswasnot EMCON, and evenif it was, there
comesatimeto ‘fessup and find awingman.

Second, if thereisno organic controlling
agency with radar contact and you feel lost, switch
toacivilian agency and get help. Thisisaluxury
we have during work-upsthat may not beavailable
inother parts of theworld.

Finaly, the biggest lesson | learned wasthis:
do not let your I-can-hack-it-myself attitude
outweigh the safething to do. In my case, it was
simply to ask for help. In asingle-seat cockpit, it
may saveyour life. =

Lt. Carroll flies with VMFAT-101.
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hip’s company hear alot about helo hazards
during thefirst week of workups, but helo

detsmust continually review and instruct in

order to avoid mishaps. Furthermore, everyoneonthe
flight deck must learnto watch for potentia threets.

During thefirst three weeks of the deploy-
ment, members of our LAMPS helicopter detach-
ment and ship’sflight-deck personnel witnessed a
handful of serious near-mishaps.

FOD isachronic problem for ships and
airports. Pilots, aircrew, and flight-deck person-
nel know the damage a paint chip or pebble can
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cause. Whiletheflight deck is scrutinized for
FOD beforeflight ops, many of the ship’s other
decksbelow thelevel of the flight deck don’t get
the same attention. Theselower decks, mainly
used by members of ship’s company who are not
associated with flight operations, contribute
plenty of flying debriswhen they are swept by
the downwash of a helicopter rotor. Paint chips
from aging ships are aconstant problem that no
one person can control, but ball caps and soda
cans usually have ownerswho should be respon-
siblefor keeping track of them when flight



operations start. Yet detachment pilots have seen
them, along with plastic bags, can lidsand
expended CIWS casings barely miss engine
intakes and the rotor blades while hovering
around the flight deck. The problem: trash cans
left unsecured and areas around unrep fueling
stations not policed and littered with rags.

Many publications, particularly NWP 3-04.1,
describe ship handling during helicopter flight
operations, outlining when the ship may maneuver,
based on the actions and needs of the helicopter.
This publication saysrepeatedly that oncethe ship
grants permission to the helo pilotsto shut down
and stop therotor blades, the ship must not maneu-
ver. On three occas ons, however, our helicopter
detachment had to stop an approved procedure
because the ship started maneuvering. At one
point, the pilots had to reengage the rotor bladesto
keep the blades from flapping, which could have
damaged the rotor head and endangered the flight
deck crew. Inthiscase, several factors cameinto
play, notably the bridge’ sfailureto coordinate with
the LSO prior to turning. Furthermore, the ship
wastrying to stay in formation with other shipsand
had to hastily correct itsheading. The LSO didn’t
seethe ship turning, becauseit was nighttime and
thedirectional gyro lightsinthe Landing Control
Station were burnt out, which made the gauge hard
to usefor quick reference.

To prevent such aperiloussituationinthe
future, the helicopter detachment must ensure that
all personnd qualified to control the ship’smaneu-
vering arefamiliar with the guidelinesin NWP 3-
04.1. The L SO must know the ship’sintentions
and pay attention to itsdirection and speed, in case
the OOD and conning officer forget the helicopter.

Finally, thelanding signalman enlisted (L SE)
isextremely important once the helicopter has
landed. With so much activity on the flight deck,
the L SE must know the location of everyone on
the flight deck aswell asthe pilots’ intentions.
He must keep an eye on the helicopter, monitor-
ing theinstalling or removal of chocks and
tiedown chains.

Flight-deck directors must remember to react
only to ahelicopter pilot’srequest, consent, or
acknowledgment. In one case, our helicopter was
on deck after completing thefirst of two landings,
when, to the pilot’'samazement, the flight director
came onto the flight deck and instructed the
personnel to install the chocks and chains, without
asignal from the pilots. Because this event
occurred at night, neither pilot could get the
attention of the flight-deck director or deck
personnel. Someone could have been killed if the
pilots hadn’ t seen peopl e on the deck and had
tried to lift off.

Theflight-deck director wasnew, with little
experience. He hadn'’t trained during week one of
workups. Flight-deck directors must pay attention
tothedirectionsfrom pilots, and that takestraining.
Thisflight-deck director didn’t understand the
pilot’sintentions, or hewouldn’t have run out on
the deck and started to chock and chain the
aircraft. LSOs must ensure flight-deck directors

Someone could have been
killed if the pilots hadn’t seen
people on the deck and had

tried to lift off.

are made aware of the helicopter’sintentions
during each approach. If flight-deck directors
aren’t surewhat the helicopter isgoing to do, they
should ask.

Wedodged thebullet in all of the cases
described, but each one could have been disas-
trous. There arefar too many perilsassociated
with shipboard flight opsto be distracted by the
unnecessary hazards caused by untrained or poorly
trained personnel. =&

Ltjg. Brown flies with HSL-42.
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by LtCol. Peyton DeHart

started flying. The seasoned fleet pilots

thought checklistsweren't cool. You don't
need a checklist to start acar. Starting an aircraft
just didn’t seemthat hard, but | eventually con-
cluded that each flight would contain enough
mistakes without my piling on the errors of
leaving something on or off that was supposed
to be off or on.

“Challenge and response”’ was usually manda-
tory, but reading aloud to myself, especially when
onaground turn or test hop, felt better. The
rhythm madeit easier to detect the fal se note of
unusual occurrence. In Cobras, each seat had a
copy of the checklist somewhere. Not sointhe C-
12. For somereason, the community standard is
that therightseater jealously guardsthe one copy
of the checklist inthe cockpit. Theleftseater
doesn’t touchit. Thisis supposed to reinforcethe
concept of challenge-and-response.

After amonth of flying the UC-12B, | found
myself on the second leg of across-country. That
wintry day, thefreezing level waslow and the
overcast thick. We had descended through the
cloudsto makethefuel stop at the FBO, picking up
somelight rimeice on theway down.

Lt Checklists areacrutch,” | heardwhen | first



Twenty minutes|ater, with afull tank of gas,
wedid the start checklist. We' d been through the
itemsonce already that day, so they sounded
familiar. After along string of words, wefinaly got
to thelineup checks, which arethelast things
before going down the runway.

Theright-seat guy, who had the checklist,
concluded, “... and you' |l get the Hot Fiveand
lightswhilel get...” The*“challenge” part of the
drill wastrying to remember al the stuff | was
supposed to do in the new-to-me cockpit and
remember what he said. | finished by setting the
lightsto the correct position and announcing that
fact.

Power levers pushed to maximum torque, we
accelerated down the runway, pulled the nose up,
raised the gear, hit IFR at 1,000 feet, and again
noted thelight rimeice attaching itself to the
leading edge of thewing. At 10,000 feet, the
NATOPS climb speed changesfrom 155 to 135
knots. There, | raised the nose and saw the
airspeed fall off asit should. But it didn’t stop
falling at 135 knots; it kept winding down. |
checked engines. They were good. The airspeed
gauge kept unwinding. Nose attitude looked
correct, but we were actual IFR. What if the

attitude gyro had failed? Airspeed isabackup
pitchindicator.

| started pushing the nose down, but the
airspeed didn’t come back. Nose down some
more...

At thispoint, the Situation distracted the pilot
incommand from his coffee. He glanced at the
instrument panel, looked around, yelled, “ Yipes!”
and quickly reached under my yoketo turnthe
pitot heat on. Pitot heat ispart of the Hot Five, part
of every experienced C-12 pilot’s habit pattern and
anitemonwhich | had been challenged. But there
| was, intheklag, suffering theloss of my airspeed
indicator because my pitot tubewasrapidly icing
itsway completely closed. All because | hadn't
responded correctly, and the checklist reader didn’t
recognizethat | hadn't.

What'sthefastest way togainairspeedina
non-afterburner-equipped aircraft? Melt theicein
the pitot tube. We gained 50 knotsin asecond.

LtCol. DeHart flies with the 4th Marine Aircraft Wing.

Both Navy C-12 FRSs operate with two sets
of normal and emergency checklists in the
cockpit, which are available to both pilots. The
UC-12B NATOPS chapter on crew coordination
directs that the pilot flying (PF) is responsible
for calling for checklists and that the pilot not
flying (PNF) read the checklists. All checklists
are challenge-and-reply.

NATOPS Section 29.1.1 also says that
doing the checklist “is a disciplined procedure
requiring that pilots know their aircraft and
that they accomplish its configuration me-
thodically...” NATOPS also says that the PF
should initiate the check and that the PNF
should read each item aloud with the appro-
priate pilot doing the action and responding
as he completes it.—LCdr. Mike Rogers, NSC
UC-12 analyst. ==
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Our only references
were dimly illuminated
gray bulkheads and
greenish-blue alignment

OnanaverageVFR flight, lossof AFCSisa
minor problem; even at night, itisamanageable
emergency near anairfield. Lossof AFCSin actual
ingtrument conditions, however, ismore chalenging.
Without the normal rate-dampening and artificial fed
provided by AFCS, pilotssuffer vertigo, therisk of
controlled flight into terrainismagnified, and you
can easily get into unrecoverable, unusud attitudes.
Oncewe got theaircraft under control and away
from the water, we contacted the ship and asked to
speak withthe OinC.

We briefed him on the AFCS failure and our
troubleshooting. He offered several other
avenuesto explore,
but none of them
worked. We were
out of range of an
alternate landing site
ashore and the
comfortable, big
flight deck of an
aircraft carrier. Our
only remaining option wasto bring the aircraft
back to the ship. With that, | declared an emer-
gency, and the bossimmediately set about coordi-
nating our landing requirementswith the ship.

Aswetried reversing course and returning
home, we got our first indications of how hard the
remainder of theflight would be. Aswe began our
turn, an unusua attitudeimmediately devel oped.
Right wing down and shifting of thelift vector
resulted in adescent, the ball went out and air-
speed increased. Pulling power to arrest the
descent sent the ball out the opposite direction and
caused airspeed to decrease.

Seeing theresult of our first turn, wequickly
re-briefed the emergency and everyone' sduties.
Any timeanew heading, atitude or airspeed was
selected, al crew membersmonitored theaircraft's
progress. The SO monitored theradar altimeter and
arspeed displayed on the navigation parameters
table of thetactical computer, immediately reporting
any deviationsfrom our briefed flight attitude.

The pilots swapped controlswhenever fatigue
set in. Onemonitored instruments, backed up the
flying pilot, did all checklists, and responded to
radio calls. Thetactical screen was selected on
the ATO’smultipurposedisplay toassistin
navigational orientation. Maximum crew coordi-
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nation becamethe critical factor that would bring
ushome.

Aswe plodded toward the ship, pilot fatigue
became evident. Maintaining wings straight and
level, atitude and airspeed was hard. Turnsor
changesin dtitude and airspeed bordered on
unusual attitude recoveries. Wewere not |ooking
forward to landing our testy helo onasmal flight
deck just 33 feet abovethe water. Thank goodness
weweren't landing on afrigate!

Aswe approached the ship, we decided to
descend from 1,000 feet to 500 feet. The ship was
now 10 milesaway. Asthe pilot lowered collective,
the ball went out again. When weleveled off at 500
feet, werealized we had turned off the ship’sbase-
recovery course. Wetried turning back to the ship,
but stopped after the pilot at the controlsbegan to
chasealtitude. We decided tofly straight and level
for awhileand repositioned for another approach.

The OinC had coordinated the recovery to
give usthe most stable deck possible, with winds
from port. We compl eted the landing checklist,
then briefed our approach and landing. We
decided to try the alternate approach beginning
two miles astern at 200 feet. The advantage of
thisapproach wasthat it required minimal atitude
and airspeed changes, compared to the standard
L AMPS step-down approach beginning 1.2 miles
astern at 400 feet.

We al so requested a clear-deck recovery,
instead of afree-deck landing to reducethe
amount of timewewould be hovering over the
flight deck, as crew fatigue wasrapidly becoming
acritical factor.

About five miles out, we descended to 200
feet. We began the approach. My copilot had been
flying up to this point and wastired. We decided to
swap controls. Just before the change, we again
reviewed crew responsibilities and theimportance
of everyone scanning their instruments. We hit two
miles and began the approach with agradual
descent to 100 feet. At about onemile, weleveled
off and slowed to 50 knots. My copilot and SO
were backing me up on headingsand atitude, as
well asclosureto the ship.

Just insideamile, the ship began to break out
of the black night. At aquarter mile, wewere able
to begin picking out theindividua landing aidsand
the SGSI. We stayed at 100 feet and slowed to



about 20 knots of closure. Now with an externa
orientation, everyone on board realized how much
the nose was dancing left and right, up and down
aswemoved theflight controls.

| called that we were about 500 yards astern
to the SO. Herogered and continued with his
atitudeand closurecalls.

Aswecrossed thecruiser’sgunand missile
decks, | dowedtheaircraft toacrawl. | did not want
to charge over theflight deck and haveto makea
large control input, only tolosesight of thedeck.

“You' ve got the deck made,” my copilot called.

| crept forward alittle moreto get the aircraft in
thelanding circle. Wewere now visua; our only
referencesweredimly illuminated gray bulkheads
and greenish-bluealignment lines. | wasquickly
scanning theline-up linesand the butt linesfor
orientation asmy copilot and SO assisted with
lineup calls. The ship appeared to pitch and roll at
anincrediblerate as| fought to align the aircraft
over thetiny flight deck.
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Thehorizontal reference bar mounted above
the hangar door was of little assistance once we
descended over thelanding area.

TheATO and SO continued their lineup calls,
“Forward three. Right two. Forward half.”

| finally found the correct lineup and set the
aircraft down. | looked over and saw that my
copilot had ridden the controlsfor thelanding.
TheHomer Simpson “woo hoos” of exuberance
broke out in the cockpit as the mechs applied
chocksand chains.

After shutdown, our flight crew debriefed
the flight over acup of cappuccino in the ward-
room. We weretired and wired at the same time
from the adrenaline rush of theflight and caf-
feine. Every member of the crew flew the
aircraft that night. Good crew coordination had
brought ushome. The NAVFLIR for that flight
reflects one landing for each of the three crew
members. =&~

Lt. Bushey flies with HSL-51's Det 2.

p=
J

Goming Attractions for August

| ,f"‘

Fr_ R) -~

L

‘h_—l—ﬂ

.-"’II




U5 My Phioto by Chits Misia

Know when to £0.

T,

—

—— f’-
L Id;- R

a 1’ i

'. e« (i b ] R

when to Sl Y@
1 W N

7 O
Sappr Y



